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W hat Roadside D evelopment I s
The modern highway was evolved from the railroad 
and yet is altogether different from a railroad.
The railroad from the beginning prohibited persons 
who live adjacent to it from entering railroad property. 
Steep cuts and fills and high wire fencing all had a part 
in this purpose.
The highway from the beginning was meant for people 
who lived and worked beside it. They could and still do 
enter most highways at any point. Good livable homes 
are situated along highways. The shacks are along the 
railroad.
This basic character of a highway means that, unlike 
railroad, the highway must fit into the countryside, be free 
from visible scars of construction, be well drained, be 
easily maintained with modern equipment, be completely 
protected from erosion, be provided with a reasonable 
amount of shade, and, above all, be capable of safe and 
convenient use by the public from fence to fence. In 
other words, a highway must be much more than a mere 
traveled way providing service for vehicles. It must also 
be safe and convenient for use by drivers. Roadside de­
velopment is another word for all these things.
Full consideration of roadside development should be given in widen­
ing and resurfacing old and war-torn roads, and in building new high­
ways W e should bear in mind that surface courses normally occupy about 
one-fourth of the width of useful right-of-way. This means that three- 
fourths of the width of land for highway purposes will be left unpro­
tected against washing and gullying and possible undermining of pave­
ments unless tested roadside improvement practices are incorporated in 
the construction work. Every office and field employee in highway work, 
therefore, has a share in sound roadside development and can help in
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seeing to it that the practical advantages and service benefits of roadside 
development are realized in highway construction and maintenance 
programs. To do this, we must cease to act as if roadbed and roadside 
were separate problems. We must take action to combine them in a 
single construction program.
Fig. 1. In widening and resurfacing old and war-torn roads and in build­
ing new highways, roadbed and roadside are a single construction problem. 
( P h o t o  b y  c o u r t e s y  o f  P u b l i c  R o a d s  A d m i n i s t r a t i o n . )
We know that the test of a sound highway building program is the 
ability of a county, city, or state safely to operate and maintain the 
system of roads and streets for which it is responsible. We know also 
that the objective of providing the public with all-year-round highway 
service calls for the soundest construction possible. Especially in times 
of blizzard and flood will hidden weaknesses in the highway structure 
be likely to show up and give trouble to the highway maintenance en­
gineer. And, finally, we know that when highway builders pay more 
attention to the troubles of the maintenance engineer, and incorporate 
such experience in the plans for construction, we will have safer and 
more easily maintained highways. Unless roadside work is completed 
when the construction is turned over to maintenance, there is likely to 
be strain on the maintenance budget which may become excessive as the 
system of road mileage is increased.
W hat are some of the everyday difficulties of the highway mainte­
nance engineer? How can costs of upkeep be kept down in local high­
way budgets ? Why is it so vital that we give full consideration to road­
side improvement in the initial stages of location and design, and have 





Fig. 2. Here is one way to improve highway safety on existing road 
mileage. ( P h o t o  b y  c o u r t e s y  o f  P u b l i c  R o a d s  A d m i n i s t r a t i o n .)
E rosion a n d  D r a ina g e— M ajo r  M a in t e n a n c e  P roblem s
We are all more or less familiar with the troubles of the mainte­
nance engineer on the older sections of mileage making up the major 
portion of the road system under his care. The narrow cross section of 
our older roads with V-shaped ditches, steep slopes, and sharp edges at 
slope intersections was a natural carry over of railroad cross-section 
methods to early highway work. As a result today, the maintenance 
engineer is constantly trying to overcome: (1) sloughing of shoulders 
and side slopes and undermining and falling of fences at the tops of cuts; 
(2) plugging of pipes, clogging of culverts, and silting of ditches and 
drainage channels; and (3) hazards of projecting headwalls, guard rails, 
and other structures, and lack of pedestrian paths and footwalks. For 
erosion prevention and ease of maintenance, an improved cross-section 
has been developed with wide shoulders, rounded gutters, flattened slopes 
warped into the topography, and an adequate vegetative cover over all 
areas disturbed by construction.
F ive I m po r t a n t  O bjectiv es
Basic roadside improvement in new construction and reconstruction 
projects is the most effective and economical means of eliminating un­
necessary erosion and drainage difficulties in highway maintenance. Fur­
thermore, when carried out as an integral part of construction operations, 
sound roadside development:
1. Increases traffic safety by improvement in the cross-section and 
design of shoulders, gutters, and slopes, and of median areas of 
divided highways.
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2. Provides needed traffic and driver services for the comfort and 
convenience of the public on areas off the traffic lanes by selection 
and development of sites for turnouts, scenic overlooks, and road­
side parks.
3. Improves highway appearance, including architectural features of 
all structures and, by so doing, protects public investment in the 
highway as well as private and public investment in lands adjoin­
ing the highway.
4. Facilitates use of advanced types of construction equipment, thus 
eliminating much handwork and lowering unit costs of excava­
tion operations.
5. Controls snow drifting on the highway and encourages use of 
power-operated mowing and snow-removal equipment, thereby 
reducing annual highway maintenance costs.
Complete H ighway D evelopment
The objectives of highway safety, highway service, highway appear­
ance, and highway construction and maintenance economy need to be 
given fullest consideration in the preliminary stages of highway location 
and design, and provisions need to be made for the inclusion of all basic
TWENTY FIVE YEARS OF HIGHWAY CROSS SECTIONS
Fig. 3. Traffic surfaces cover only about one-fourth of the width of right- 
of-way on new primary highways. The other three-fourths is unsurfaced area 
subject to erosion unless tested roadside practices are specified and incorporated 
in the construction work. ( P h o t o  b y  c o u r t e s y  o f  P u b l i c  R o a d s  A d m i n i s t r a t i o n .)
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work in the plans, specifications, and estimates for highway projects, if 
a complete highway improvement is to be attained at the lowest cost 
and turned over to the maintenance department intact. The coordination 
of roadbed and roadside construction and maintenance should result in 
even finer and more efficient highways than we have built in the past 
under separate operations. Both the highway organizations and the tax- 
paying public will benefit from a broadened policy of combined vehicle 
and driver services as economically justified by the amount and kind of 
traffic using them.
DIVIDED HIGHWAY TRENDS
Fig. 4. Fullest flexibility in design of divided roadways by variation in 
width and form of separating median areas and in grading and treatment of 
roadside slopes will make travel safer and more interesting to the public. 
( P h o t o  b y  c o u r t e s y  o f  P u b l i c  R o a d s  A d m i n i s t r a t i o n . )
T e n  B asic C o n st r u c t io n  Item s
Experience has made it clear that the following ten basic construc­
tion items may be incorporated most effectively, and at lowest cost, as a 
“built-in” part of highway plans, specifications, and estimates:
1. Conservation and protection of major landscape features by ad­
justments in location before plans are prepared, including salvage 
of topsoil, sod, stone, and other local materials for use on the 
project. It is infinitely better when possible to preserve that 
which is available. Make the most of fine trees, strips of wood­
land, weathered rock outcrops, springs, shorelines, and natural 


















































































2. Grading and shaping of slope and drainage areas, and protection 
of all disturbed areas against erosion, including obliteration of 
abandoned roadways, structures, and borrow pits. W hat is im­
portant is the restoration of the roadsides to natural contour 
form, planted with the kinds of grass, vines, shrubs, and trees 
that existed there before the highway was built.
3. Shoulder surfacing and widening as required at mail boxes and 
bus stops, including provision of turnouts at scenic and other 
points where many motor vehicles tend to stop.
4. Construction of footwalks, paths, and other pedestrian facilities, 
including essential sidewalks and safety walks on bridges.
5. Development of selected safety and service turnout areas and way- 
sides, including grading, drainage, surfacing of drives and parking 
spaces, installation of retaining walls, and water supply and sani­
tary facilities where required.
6. Construction of retaining walls, transplanting or replacement of 
fine trees, and related landscape development necessary because 
of damage to public or private property adjacent to the highway.
7. Planting of trees and other vegetation to facilitate maintenance 
operations, for traffic guidance, for screens and snowbreaks, and 
for other safety purposes.
8. Selective landscape thinning and cutting, tree pruning, roadside 
clean-up and related work, including opening-up of roadside 
views.
9. Final landscape development of safety and service turnouts and 
wayside parks.
10. Planting of trees and other vegetation to supplement planting for 
safety, erosion control, and screens and windbreaks as listed in 
Item 6 above.
The need for, and desirability of, the above basic steps in highway 
landscape development will largely depend upon traffic conditions, pre­
vailing use of adjacent lands, and upon local topography, soil, and 
climate, in each highway construction project. Landscape development 
will normally be much more intensive on high-type urban or suburban 
roads with heavy traffic than on lower-type highways with light traffic, 
at great distances from centers of population. Good judgment by trained 
professional landscape architects or landscape engineers, employed by the 
states, will go far toward rendering highway landscape development rela­
tively low in cost and high in effectiveness. Commonsense teamwork of 
highway and landscape engineers from start to finish will make possible 
in each state the objectives of complete highway safety, service, appear­
ance, and economy.
Highway departments are now busy on plans for the largest program 



























































































































in this work is that we cannot have an efficient highway system without 
sound roadside development any more than we can have an effective sys­
tem of roads without bridges. Tomorrow’s planes, trains, and buses will 
be streamlined, insulated, and air-conditioned. New truck and car de­
signs will also include the latest service features. If highway construc­
tion is to keep in step with these developments, the practical answer is 
an all-purpose, balanced highway development “streamlined” and 
“erosion-proofed” for safe traffic service and low-cost maintenance.
